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QUIDVIS RECTE FACTVM | QVAMVIS HVMILE PRA:CLARVM = (Whatever is rightly done, however humble, is noble — Royce, 1924) 


HOME THOUGHTS FROM ABROAD 
by Tom Clarke, United Kingdom. 
29th December, 1976. 

Only three items to report this time round. 
Firstly, the supply of duck washers for pre-war 
crankshaft vibration dampers has now resumed 
from a non Rolls-Royce or Appleyard source. 
I had waited so long to obtain cotton duck washers 
for my 20/25 that I badgered Appleyards for 
the name of an alternative source. They advised 
that whilst they can no longer supply the 
item they have tested and approved a replace- 
ment made by I. R. Springate, 6 Avon Street, 
Tunbridge Wells, Kent, U.K. This firm makes 
the same component for other pre-War Rolls- 
Royces and Bentlevs I believe. Apart from the 
shape and number, i.e. two circular washers about 
6” diameter, the original and replacement are 
quite unlike one another. The new one is made 
of a sort of electrical insulation material which 
still requires to be soaked in oil for 24 hours. 
I have mv doubts about its absorption qualities 
but it will definitely not break up after long use 
like the earlier cotton ones used to. The cost 
is £3 per set of two plus 8% VAT (not applicable 
overseas) and postage. 

Secondly, another road test of a Shadow has 
been published, in MOTOR for 11th December, 
1976. It’s a comparison of the Cadillac Seville, 
Mercedes and Rolls. I wonder if these comparisons 
are really valid? Finally. I have reviewed a new 
book on Rolls-Royce and have given it lengthy 
treatment as it is an important and interesting 
volume. 


1951 Silver“Wraith by James Young, Chassis WME18 — Matt Smith. 


Book Review 

The American Rolls-Royce; a comprehensive 
history of Rolls-Royce of America Inc. by Arthur 
W. Soutter. Providence, Rhode Island: Mowbray 
Comnany, 1976. $US25.00. ISBN O 917218 07 8. 

The author of this latest volume of Rolls- 
Royce history was with Rolls-Royce of America 
Inc. from its inception in 1920 to pretty well 
the end in 1936. He has maintained his interest 
in Rolls-Royce cars and continues to contribute 
to Flying Lady. He is, I suppose, in the United 
States what Bill Morton is in the United King- 
dom or Bert Ward in Australia. At 77 years of 
age this is a remarkable book for Mr. Soutter to 
write and it is praiseworthy that both he and 
Mr. de Campi (whose pictorial Rolls-Royce in 
America was published in the U.K. in 1975) 
intend their books to be complementary. 
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One of the most uncluttered Shadow engines | have seen; Fred 
Haughtey’s SRH1222 without of course air-conditioning, anti-pollu- 
Note the generator rather than 
alternator the latter being fitted to cars with air conditioning. 


tion and sundry other mods. 


With only cne U.S. built Rolls in Australia 
(although there are rumours of a second) we 
haven’t paid much attention to these products in 
our Club in the past. U.S. built Rolls have turned 
up in some countries outside the U.S. and now 
more are bein seen in continental Furope ara 
in the U.K. Who knows, the U.S. built Rolls, 
with its refirements (over its Derby equivalent) 
engineered by ingenious and enternrising Ameri- 
cans could have made a more suitable Colonial 
rmodel for Australia rather than the modified 
Home model] in the hey days of the twenties 
boom: it is said by some to be superior to the 
Derby product but market strategies were dif- 
ferent then and only recently have Rolls-Royce 
been marketed to Australia via the Rolls-Royce 
sales organisation in north America. 

Evervthing about the new enterprise seemed 
right. onlv the sums proved unrealistic after the 
debacle. Producing in Springfield meant a good 
supply of un-unionised and skilled labour making 
duty free and hence more attractively-priced 
cars for car-hungry America. It is astonishing 
to read in this volume what a brain-drain Derby 
undertook to give this enterprise a good 
start and many of the leading personnel were 
naturally English. Soutter gives a very detailed 
and exciting account of the actual production 
process, something only cursorily treated in 
other works; and reading this book really pro- 
vides a vivid reconstruction of the enthusiasm 
and the expertise, the will to ‘beat Derby’ and 
the desire to succeed. 

The first 25 Silver Ghosts produced at 
Springfield were identical with the Derby model. 
But then the understandable and _ inexorable 
need to make cars suited to the U.S. market 
requirements began. Slowly at first, all according 
to the rigorous procedures for Rolls-Royce design 
and preduction, and approved by Derby; and 
then more drastic, not always accepted by Derby, 
in an attempt to cut the tremendous gap be- 
tween the prices of Rolls and other fine U.S. 
cars, to ease servicing in such a large country 
and to boost the volume of cars produced — the 
thing which in the end caused the collapse of 
the venture through lack of turnover to sup- 
port the incredibly costly and constant engineer- 
ing changes and re-tooling. Soutter scotches the 
myth that Americans only wanted the genuine 
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1905 Silver Ghost, Chassis 588 — Adrian Garrett, 


Derby product. Americans were more concerned 
at getting left hand drive Rolls-Royces and only 
preferred the Derby car when it was more up 
to date e.g. four wheel brakes, because Spring- 
field always lagged behind Derby for obvious 
reasons. The number of Derby cars imported 
during the Springfield period was very small. 
Personally I do not find U.S. built Rolls- 
Royces very attractive except for some later 
Phantoms. The coachwork in many cases is fussy 
and lacks unity, the drum headlamps lack grace 
and the early shutters were singularly hideous. 
But I must acknowledgé, since reading Soutter, 
the superlative quality of construction and in- 
terior trimming of these cars by such firms as 
Brewster which was itself taken over by Rolls- 
Royce. The Springfield Company had few 
opportunities to be in the lead over Derby as 
approval and tooling delays made the U.S. model 
a year behind its Derby equivalent. Still, they 
led tie field in such matters as Silver Ghost 
tappet covers, centralised chassis lubrication, 
radiator shutters, modified mascot to allow 
bonnet opening with turning, and various elec- 
trical gadgetry. Moreover they had to overcome 
the handicap of producing right hand drive cars 
and moved over to LHD as soon as possible to 
improve market acceptability, and later under- 
took chassis conversion and updating. They knew 
what the market wanted, such as acceleration 
and not high top speed, which Derby did not 
always appreciate, and had the potential to pro- 
duce a properly Americanised Rolls. Such was 
not to be — at heart Derby feared mass produc- 
tion as undermining the exclusiveness of the 
product, and departures from strict Rolls-Royce 
engineering which Springfield might uphold: and, 
who, in the long run, can really blame them? 
When the demise came, LHD Phantoms were 
produced at Derby only and shipped over: the 
U.S. import duty was no longer an argument 
against such production. If only this had been 
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done in the first place, Soutter says, such a 
properly organised U.S. marketing and servicing 
set up would have been the precursor to the 
present system. 

Jt is a fascinating story with plenty of 
lessons. What a pity then to record disappoint- 
ment with it as a book. We Rolls enthusiasts are 
well served with books on the marque, some 
standard works and some impoverished hangers- 
on. Consequently I think we need to look for 
quality, to accept only the best, in cars as in 
books, in so far as we are able. 

To begin, this book is far too expensive. It 
is a fairly attractive production in some ways 
but compared to Oldham or Bird and Hallows it 
is, page for page of original text, bad value. 
Perhaps in America such a price is quite modest. 
It abounds with typographical errors and weak 
construction (and 1’m not including American 
spelling in this criticism) which, for the 
price, shouldn’t be there. Colour reproduction of 
the pictures is very poor too. The most annoying 
feature is the way long anecdotes, many of them 
very good, are given in different typeface 


throughout the text in the middle of other pas- 


sages — it breaks up the story as effectively as 
the disjointed style Mr. Soutter has adopted. 
I was disappointed not to get in the book 
the full background to the establishment of 
the Company and’ some hard facts on its day 
to,day relations with Derby. There are few re- 
ferences to Claude Johnson but if Mr. Soutter 
had had access to I. 8. 8S. Lloyd’s study of 
Rolls-Royce and its finances (1948) the impor- 
tance of CJ’s constant travels to the U.S. be- 
fore and after the first War would have become 
apparent. Similarly the end of the venture 
literally tails off in his book without any follow 
up. Perhaps this stems from the true nature of 
this interesting book as a volume of reminiscences 
rather than the retelling and analysis of history. 
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Arnold Robert hod a body specially built for GZK21 in England. 
Many members would have read an account of the restoration in 
the periodical ‘Restored Cars’, Whilst in Queensland last yeor 1 
took the opportunity to collect some shots of the finished product. 
Arnold kindly lent me some of his pictures for the journal, They 
are reproduced here for member's enjoyment. 


So 


“yah 


FROM THE FEDERAL SECRETARY 

Havny New Year and I hope you had a 
beaut Christmas. I started mine with New 
South Wales Christmas Dinner which was a very 
happy affair held at the Massey Park Golf Club 
House at Concord. The only problem of the day 
was the petrol shortage. My contingent plan was 
to filch the boot full of Johnny Walker that 
George Sevenoaks carries with him and feed it 
to the Dawn. Due to the generosity of a member 
however I obtained fuel to return to the Federal 
seat. 

I am writing this on the day of the Granville 
disaster and 1 still have no word as to whether 
any members were involved; even so we all 
feel such accidents very personally particularly 
where circumstances are bevond our control. 

Federal Rally news is that most details are 
finalised and plans are being made to send out 
registration forms and information in the next 
issue of Praeclarvm. This will give plenty of time 
to register but at the same time be sufficiently 
close to the event to be sure that you are not 
overcommitted. 


The story of the Tennant Wraith is a con- 
tinuing saga. We have had a letter from Tas- 
mania to say it had been found. When I was last 
in Tasmania I found three cars, a Silver Wraith 
by Park Ward, a Phantom I Sedanea and a 20h.p. 
Sedanca both by Thrupp and Maberly. From the 
owner J heard of the Tennant Wraith ‘in the 
hills’ and the owner had a shot gun, etc., I did 
not have the time to chase the story nor was I 
that brave. Two weeks ago however, I went 
to Grenfell on a pilgrimage as 1 had been 
evacuated to there during the war. Whilst 
there I found an interesting 20/25 chassis GYZ 6. 
It has lost its radiator but is hot for restora- 
tion by its owner who apparently is most capable 
in this field. There is also a Ghost there but I 
am yet to get the number. Bill Cutts has found 
another Ghost which is not for sale chassis 
number BW 127). Some of our members receive 
the Kruse catalogue from America. This firm 
specialises in the auction of special interest cars. 
I found a stack of their old catalogues this week 
and felt slightly ill at the motive behind 
the sales. Surely the worst thing that happened 
to the car enthusiast’s world was the realisation 
that these cars are a good investment. We now 
have people from all countries buying up these 
lovely vehicles for astronomical sums and either 
storing them so that no-one can enjoy them or 
abusing them. I concede that there are some 
who fall in between these two extremes and 
hopefully they are in the Club. Then there is 
the owner with a derelict who would like to 
restore it but is afraid of the sharks who will 
inevitably discover that they have the only jim- 
jam for THAT car and tune up the cash register 
for the big sale. Such cars I am afraid are in 
the main still rotting. 

On a brighter note, I would like to extend 
an invitation to any members visiting Canberra 
to contact me whilst they are there for at 
least a chat. We are fairly isolated from the big 
smokes and enjoy meeting the faces behind the 
names that we see so often. 


es 
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1927 Phantom | by Baker. Ex-Greta Gerbo. Switzerland. 


BOOK REVIEW 
by Tom Clarke 

Rolls-Royce from the Wings: Military 
Aviation 1925-1971 by Ronald W. Harker. Oxford 
Illustrated Press, 1976. 165 pages. £4.95. ISBN 
0 902280 38 4. 

At first glance I didn’t think this new book 
would be suitable for inclusion in Praeclarvm 
which is, after all, devoted to motor cars. But 
how wrong I was! This is the equivalent to 
Rolls-Royce aero engines what Rowbotham’s 
book is to Rolls-Royce motor cars. 

It is written in the same readable style as 
Rowbotham’s book and covers the development 
of early Rolls-Royce engines when Hawker joined 
the comnany in 1925, to 1971 when the company 
collapsed and Hawker retired after 45 years 
service. It offers splendid insights into the 
oneration of the Company, its personnel such as 
Hives and others. and the rapid developments 
before the War. Hawker does not fail to give 
credit to other companies whose work Rolls- 
Royce came to use in their constant search for 
improvement. As a complementary volume to 
Setright’s The Power to Fly, this is an invaluable 
addition to the history of Rolls-Royce. 

I think members will find the early chapters 
on making cars at Derby, working conditions, 
the Schneider trophy, and other facets of the 
“early davs”’ as well as the many illustrations 
of great interest. Only the author’s unfortunate 
thouch brief, sallies into criticism of modern 
politics and unions seem out of place in this 
volume. 
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INSIDE A PHANTOM III ENGINE 


Michael Mellior-Phelps was able to photo- 
graph the internals of Bruce Ross’ PIII engine 
on 3 DL146. Bruce provided the commentary. 


° 

The complete assembly of number I big end Typical stampings on Rolls-Royce pistons showing 
assembly with the central minor rod from the ‘A’ bank the direction of fitting, the number of the piston (A bank 
and the yoked master rod from the ‘B’ bank. To the number 4), the engine number and the weight. Note 
right can be seen the standard crankshaft sludge trap cap engine number on lower crankcase face. 
fitted in the journal. 

A view of the water pump. This was badly corroded A pair of ‘minor’ rods showing the narrow big end 
and was completely re-built with new parts that are that fits in the yoked big ends of the master rods. 
still available. 

One of the “minor’ connecting rods fitted to the 
right hand or ‘A’ bank of the engine. The master rods A view of the head of the special tanged bolt 
are fitted to the left-bank. Note the weight marking. holding a minor rod. Note numbering of mating faces; 
The raised portion of the forging is drilled for little end even nuts are marked to direct assembly to criginal 
lubrication. It is also drilled on the thrust-side of the rod placement. This ensures perfect alignment of nut castel- 


to spray the cylinder bore with oil. ations after tensioning. 


DON APPLEBY’S ALBUM 
Don Appleby of York Motors Pty. Ltd., Sydney produced a collection 
of photos of Rolls-Royce and Bentley cars in Australia that he has 
gathered aver the years. Bert Ward was called on to provide the 
captions. !f anyone can add to the information, please advise the Editor. 


No. 4 — 

A Phantom I chassis No. 24FH. It was fitted 
with a 7-passenger saloon body by Weyman of 
England. This type of body was covered with 
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Wk search still] goes on for a Rolls- 
Royce Legalimit (and Invisible Engine 
Landaulet), From Denmark, through 
Mr E. A. Odell, senior sales engineer 
(civil engines), Derby, comes a cutting 
from a Danish newspaper saying that 
‘Veteran car baron J. O. Raben-Levetzau 
from Alholm Castle hopes to make a sen- 
sational find on Fyn. He is looking for 
the only existing Rolls-Royce first car 
with a V-8 engine. Of the seven or eight 
examples that were produced all were 
called back to the factory. Only one 
example went free — that which was sold 
to Fyn.’ 


In Volume I of ‘A History: of Rolls- 
Royce Motor Cars’ Bill Morton says 
there is positive proof of only two of these 
cars being produced, though it is 
probable that there were two further sets 
of parts and that a third chassis was 
under construction. 

He goes on to say: ‘No Rolls-Royce 
car has been the subject of greater 
interest and speculation than this and 
from time to time stories are whispered 
that clues all point to a Legalimit or 
Invisible Engine Landaulet, long for- 
gotten, being located and just about to be 
brought to light. The latest one to reach 
the writer’s ears came through devious 
channels from the late Paul Tybjerg, of 
Copenhagen, to the effect that a V-8 
1906 car was delivered to a Danish noble- 
man and that the car might still be in the 
family’s castle. Hope springs eternal and 
I would be the last to discourage a 
search, for it is seldom that it is entirely 
fruitless, but I should be very surprised 
(and delighted) to see one of these pieces 
of “History in the Steel” emerge as a 
result.’ 


The above was cut from an editorial note of a 1965 edition of 
Rolls-Royce News — a journal published for the benefit of the 


fabric, a Weyman patent, and was green with 
black guards. It was delivered to Mrs. I. Whitney 
of Carcoar, N.S.W. on 14th July, 1928. The Whit- 
ney family had Rolls-Royce cars for many years. 
Mrs. Whitneys first Silver Ghost was chassis 
No. 2448, with a touring body by Angus and Son, 
Sydney. 

After the passing of Mrs. Whitney, this car 
was sold, and used as a hearse. Where it is 
today I do not know. The person standing at 
the rear of the car is yours truly at the Rolls- 
Royce Service Station, Chippendale. 

No. 5 — 

Phantom I chassis No. 92FH fitted with a 
5-seater sedan body by Weyman, England, a 
fabric covered body, maroon and black top and 
guards. It was delivered to Mr. C. T. Todman 
on 28th August, 1928, who had owned Silver 
Ghost 1911 chassis No. 1520 then a 1920 Silver 
Ghost 158BW. 92FH was not used that much 
since by 1937 it had only covered 18,000 miles. 
When Mr. Todman purchased Phantom II 3AZ204, 
Appleby and Ward sold this car to Dr. C. W. 
Abernethy of Annandale for £525, and made 
£25 commission! This car was later changed to 
Green and black, the same as Abernethy did to 
20 h.p. GPK42. 

It has changed hands a few times since 
Dr. Abernethy sold this car to purchase an SI 
Bentley. 


employees of the factory. 


“What does itrun on? Chivas Regal?” 


Date 


1929 


1930 


1930- 
1931 


1931- 
1932 


1932 


1932- 
1933 


1933 


Series 


te) 


R (4-25) 
R (26-200) 


TA (1-100) 
TB (101-180) 


TB(181-200) 
U 
Vv 


A2 


Chassis 


GXO11-111 


GGP1-81 
GDPI-81 
GWP1-41 


GLR1-25 
GLR26-82 
GSR1-81 
GTRI1-41 


GNS1-81 
GOS1-81 
GPS1-41 


GFT1-81 
GBT1-21 
GBT22-82 
GKH1-21 


GKT22-41 
GAU1-81 
GMU1-21 
GMU22-81 
GZU1-41 


GHW1-81 
GRW1-81 
GAW1-41 


GEX1-81 
BWXI-81 
GDX1-41 


GSY1-101 
GLZ1-81 
GTZ1-81 
GYZ1-41 
— ow 


GBAI1-81 


100 None. 
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ROLLS-ROYCE 20/25 MODFICATIONS 


Changes 


Changed numbers continued 
(GVO 34) GXO 89 (GXO 7) 
(GVO 59) GVO90 (GXO 9) 
(GVO 68) GXO91 (GXO10) 
(GVO 75) GXO92 (GVO51) 
(GVO 76) GXO93 (GVO 32) 
(GVO 79) GXO94 (GVO 46) 
(GXO 5) 


GXO 8&2 
GX0 83 
GRO 84 
GXO 85 
GXO 86 
GXO 87 
GXO 88 


Cast dash. Narrow hubs. 6.00 x 19 tyres. 
Single level petrol tank. Larger diameter crankshaft. 


3 in. longer chassis, i.e. 132 in. New type coil. 
5.25:1 compression ratio. 
From GLR55, flexible engine suspension, RW-1 magneto. 


Grooved road springs. From GOS22, servo damper. 


Rubber fan belt. Reserve petrol supply. Anti splash radiator cap. 2.5 in. 
dia. propeller shaft. From GFT 32, modified front axle. From GBT22, 
Diamond engine mounting, radiator 4in. deeper, thermostatic shutters, 
copper matrix tubes, split piston dampers, flip flap bonnet shutters, 
front apron, one shot lubrication, hinged filler cap, remote control 
petrol reserve, 2 rate charging system, Staybrite shell and shutters, 
overheating warning light deleted, crankpin diameter 1.999.” 


Synchromesh gearbox. 5.75:1 compression ratio. High lift cams. Heavy 
exhaust valves. Low inertia spring drive crankshaft damper and balanc- 
ed shaft. 4) pint gearbox. Stronger clutch springs with higher leverage. 
New exhaust system. 3in. dia. propellor shaft. Pivoted front brake 
shoes. N2 road wheels. Overhanging bonnet. RAD 11 clutch liners. 
Bronze bearing servo cams. From GAU58,'18 gallon petrol tank, formerly 
14 gallons, electric petrol gauge. from GAU76, modified third motion 
shaft, provision for dynamo brake. 


Dynamo drive brake. Rad 13 servo liners from GRW22. 


Relay starter switch. Cast iron rear brake drums. From GWX22, 3 rate 
charging system, resonant type silencer. 


From GSY33, improved clutch ring. 


Rear brake bronze bearing. Luvax Bijur lubrication. Air silencer. From 
GLZ28, nitralloy crankshaft. From GLZ52, silent 2nd gear, front axle 
control, new type dampers, cast iron front brake drums. 


Hand lubrication to servo. From GGA22, Marston type radiator. 


—by Tom Clarke 


Changed number (old ones in brackets) 


GXO 95 
GXO 96 
GXO 97 


(GVO 54) 
(GVO 65) 
(GVO 71) 
GX098 (GVO 11) 
GX099 (GVO 72) 
GXO 100 (GVO 81) 
GXO 101 (GVO 20) 
GXO 102 (GVO 32) 


GXO 103 (GVO 64) 
GXO 104 (GVO 49) 
GXO 105 (GXO 1) 

GXO 106 (GXO 2) 

GXO 107 (GVO 22) 
GXO 108 (GVO 78) 
GXO 109 (GVO 53) 
GXO 111 (GVO 24) 


Number made 


L00 


401 


181 


220 


200 


700 


1934 


1934- 
1935 


1935 


1936 


B2 


E2 


K2 


GGA1-81 
GHA1-41 


GXB1-81 
GUB1-81 
GLB1-41 


GNC1-81 
GRC1-81 
GKC1-41 


GED1-81 
GMD1-81 
GYD1-69 


GAE1-81 
GWEI-83 
GFE1-41 


GAFI-81 
GSF1-81 
GRF1-41 


GLG1-81 
GPGI1-81 
GHG1-41 


GYH1-81 
GOH1-81 
GEH1-41 


GBJ1-81 
GLJ1-81 
GCJ1-41 


GXK1-81 
GBK1-81 
GTK1-63 


Spring drive in clutch. From GXB27, stiffer crankshaft 2.2495 dia. From 
GXB62, cam balancer. 


DWS screw jacks front and rear. From GKS22, needle bearing univer- 
sal joints. 


Felt oil ring to crankshaft. Provision for damped control. Larger oil filler. 
New SU type carburetter, and starting carburetter deleted. From GYD25 
controllable shock dampers. 


From GAF1, drilled connecting rods instead of pipes. Easy brake adjust- 
ers. From GAF82, voltage control dynamo. From GAF52, flexible en- 
gine and exhaust mounting. From GSF2, modified synchro mesh sleeve. 


TCC condenser. Concealed front cross member. Clutch spring drive de- 
leted. Propellor shaft damper. Carburetter balance pipe. External clutch 
adjustment. 


Pivotted rear brake shoes. From GOH22, 35 degree servo cams. 


Torque reaction dampers. 


Fully floating servo. From GBK22, isolated gear lever. From GTK42, 
additional 20/25 chassis with Borg and Beck clutch, Marles steering 
and hypoid axle. 


NOTES 


GYD 43 
GYD 44 
GYD 45 
GYD 46 
GYD 48 
GYD 49 
GYD 51 
GYD 52 
GYD 53 
GYD 56 
GYD 57 
GYD 58 
GYD 59 
GYD 60 


(GED 71) 
(GMD 24) 
(GMD 26) 
(GYD 6) 
(GYD 11) 
(GMD 12) 
(GMD 43) 
(GYD 4) 
(GMD 10) 
(GMD 71) 
(GED 10) 
(GED 60) 
(GMD 47) 
(GED 25) 


GYD 61 
GYD 62 
GYD 63 
GYD 64 
GYD 65 
GYD 67 
GYD 68 
GYD 69 


GWE 82 
GWE 88 


(GMD 67) 
(GYD 10) 
(GED 54) 
(GED 28) 
(GYD 19) 
(GED 74) 
(GMD 58) 
(GED 79) 


(GMD 62) 
(GYD 14) 


Total: 


Note: Most reference books say: 


I have compiled this chart from the sources listed below, each of which had various errors and shortcomings. This is the first time that 
some progressive production figures and modification data have been published together. The number 13 was not used in any series. Note also 
that as production in the mid thirties became routine the point at which modifications were introduced seems most frequently to have been 
at chassis 22! This list does not detail the many other minor changes such as curved ends to the fan blades, flexible conduit instead of tubes 
for wiring, and other small changes throughout the life of the model. Unless otherwise indicated, it seems logical to assume that modifications 
were introduced on the first chassis in the series to which the modifications apply. 


Sources: Flying Lady, June 1954 pages 138-139, and October 1954 page 158. 
Chassis data, R-R Ltd. 
Twenty Ghost Club Record, Winter 1966 page 68. 
RREC Bulletin No. 7 February 1969 pages 3-4. 
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200 


600 


i) 
bo 
bd 


3830 
3827 
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A close-up view of the markings on the flywheel. 
For timing purposes a white line has been drawn at 
Top Dead Centre (for piston Al). The markings from 
right to left are: 
Al Number 1 piston ‘A’ bank Inlet valve opens 


Al Number 1 piston ‘A’ bank 

TDC Top Dead Centre 

Al Number 1 piston ‘A’ bank 

EC Exhaust valve closed 

AA1 A bank Number 1. Advanced Ignition Setting 
BA1 B Bank Number 1. Advanced Ignition Setting 

The latter is used for synchonising the two distri- 
butors. 

There are 24 spark plugs in this engine; two per 
cylinder. The distributor on the ‘A’ bank controls the 
spark plugs on the outside of the ‘V’ and the other, the 
plugs on the inside of the ‘v’. 

The valve timing is set on a flywheel marking (not 
shown). 

Al A Bank Number One 
Ic Inlet Closed 

The valves are set with a clearance of .030”. A dial 
gauge is mounted on the inlet valve stem of Al to deter- 
mine wher the valve is closed. At this time the above 
marking on the flywheel must be aligned With the align- 
ment mark on the flywheel housing. 

To facilitate accurate timing there are two keyways cut 
in the camshaft offset 3 degrees to one another. Only one 
is used to secure the camshaft gear. If, using one keyway 
the correct timing cannot be achieved, the other keyway 
will correct any error. 


A close-up view of the combustion chamber. This 
is quite unusual in that it is relieved to allow the inlet 
valve to be removed. The smaller exhaust valve can pass 
through without relief. This design feature dictates great 
care in the selection of stones for seat grinding which 
must be no larger than the valve heads. 

Where necessary the cylinder heads have been re- 
faced and all the holes have been neatly drilled to clean 
them. Clearly there is plenty of material left in this head. 


The three centre main bearings. Main pressure oil 
feed is via a manifold tube feeding into tapped holes 
seen in the centre of the main bearing caps. Note the 
numerical correlation between the crankshaft webs and 
the main bearing caps. Here the master rods for pistons 
three and four on the B bank have been fitted. The big 
end bolts are tightened to a specific stretch (.007”) 
measured by micrometer. Supplied with the gasket set 
are the standard twisted shank split pins for the big end 
nuts. Note the correct method of fitting. The main bearing 
studs are also tightened to a measured stretch of .012”. 


The 14” diameter clutch pressure assembly; enough 
to accommodate a modern truck! The first motion shaft 
has been inserted to facilitate alignment. The small trough 
on tke thrust bearing receives an oil drip from the 
BIJUR centraiised chassis lubrication system. This lubri- 
cates the thrust-bearing, the sleeve on which it slides and 
the internal rear bush of the clutch pressure plate 
assembly which supports the first-motion shaft. The other 
eud of this shaft is supported by a double row ball race 
in the flywheel. 

Gne of the cylinder liners can also be seen. These 
protrude up to .0025” above the surface of the block. A 
bolt has been inserted near the liner to avoid any possible 
damage to the block faces. 


The dismantled engine block with the camshaft 
gear and followers installed. On either side of the gear 
can be seen the apertures for the distributor towers. The 
two distributors are driven through a spur gear which 
runs on a cross shaft immediately behind the camshaft- 
gear. At ‘X’ can be seen one of the covering housings 
which covers the drive shaft across to the spur gear for 
the ‘A’ bank distributor drive. 

The housing and hub ‘Y’ carries an idler gear driving 
the ancillary fittings. This idler gear was originally fabric 
and is now replaced with a duralium item. The water 
pump is mounted on the cast protuberance seen on the 
side of the block. 


INSIDE A PHANTOM III ENGINE (continued) 


A view of the top half of the radiator core showing 
the two outlets. The standard CALORSTAT which contains 
a liquid when heated to 65-70 degrees C opens the radiator 
shutters through a series of linkages. A spring-loaded pin 
can be used to disconnect the mechanism in the event of 
the failure of the calorstate and the shutters left in the 
fully open position. The brass knurled cap is for filling and 
the brass tower to the rear contains the radiator steam 
valve. This fits under the mascot and puts 22lb. loading 
on the cooling system. Bruce found the bronze valve to 
be badly corroded and was able to replace it with a nylon 
valve from an early model Hillman, which will presumably 
outlast the car. This only involved drilling the valve 
housing to accommodate the Hillman valve. 


The reason it all started. Bruce had no use for the 
automatic smoke screen supplied with the car. The old 
pistons on the left and right show typical damage from 
ring fracture. The piston on the left has suffered an 
early top compression ring breakage. The lack of tension 
in the ring has permitted vertical movement and wear on 
the piston lands. The right hand piston has deteriorated 
further and two sections of ring on the second groove 
have managed to wedge themselves on top of each other. 
This condition is usually brought about by overheating 
the motor, the rings lose their tension, become brittle, 
break and eventually even work through the top of the 
piston to the combustion chamber. The latter situation 
can be clearly seen on the right hand piston. Thefe were 
marks on the top of the piston where these scraps were 
thrown about. 

The new piston in the centre shows the full floating 
gudgeon pin with soft alloy caps provided to protect the 
cylinder walls. 


AN EARLIER DEPRESSION AND 
ROLLS-ROYCE 

Today is the 31st December, 1976, and 
talking to Geo Sevenoaks over a quiet drink, my 
memory goes back 46 years to 31st December, 
1930. We older ones remember the middle of 
the depression. To that day the Rolls-Royce Ser- 
vice Station for N.S.W., Balfour Street, Chippen- 
dale had had a flourishing business, but slowly 
due to the depression, this Service Station was 
reduced to the head man the late Alf Appleby, 
an apprentice and myself. 

Dalgety and Co., decided that they had to 
close Balfour Street and Rolls-Royce Service 
would be incorporated in their large Service 
Station at Woolloomooloo. 

On 31st December, 1930, Alf Appleby, 
myself and two good customers held a_ small 
farewell party at Balfour Street.. We drank 
champagne off a box, being the only thing left 
that we could use as a table and at 5 p.m. we 
closed the doors of Dalgety’s Rolls-Royce Service 
Station in Balfour Street forever. 


1935 20/25 by Hoaper with Tickford roof, Chassis GEH37 — 
Arthur McComb, 


On 2nd January, 19381 we reported to the 
Service Station in Woolloomooloo to carry on 
Rolls-Rovee service. Business however was very 
slow, so Dalgetv’s decided that they must again 
replace the staff. The hirhest paid was to go first. 
so Alf Appleby was told of their plan, and I 
knew I would be next, so we decided to obtain 
the old Service Station in Balfour Street and 
set up business This was arranged and I gave 
notice, despite an enticement to stay with a 5 
shilling per week rise, but I left. 

In those davs there was no lone service or 
holiday pay, no sick pay to collect, just get out. 

So the day after Australia Day, 26th Janu- 
ary, 1931, the old Rolls-Rovee Service Station 
in Balfour Street, Chippendale re-opened. but 
the name was Appleby and Ward, not Dalgety 
and Co. 


1924 Silver Ghost, Chassis 54EM re-bodied by Martin and King — 
David Falconer. 
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Neil Ferguson driving John Sproule’s 1926 20 h.p. GYK82 Coupe 
by Martin and King. 


Although Appleby and Ward had started 
in the height of the depresssion hard work and 
time, paid off. 

In 1939 when World War II started, it made 
some companies. but others due to loss of man- 
power it taxed. This happened to a certain de- 
gree to Appleby and Ward and with petrol 
rationing, Rolls-Royce cars went off the road, 
and we had to build up a new type of business 
which was successful. We still had to carry all 
the Rolls-Royce spares, which for a period was 
a dead loss. 

Lord Hives came to Australia in 1946 and 
after several meetings. it was decided that -York 
Motors Pty. Ltd. would take over Appleby and 
Ward. 

At 5 o.m., 24th April, 1947, Mr. Keith Baker 
the then Secretarv of York Motors P/L. handed 
to Appleby and Ward a cheque which was in full 
settlement of the deal between York Motors 


P/L. and Appleby and Ward, and in full satis- 
faction to Rolls-Royce Ltd. 


1926 20’‘h.p. Diskin and Molyneaux Coupe.- Chassis GUK21 — 
Bill Cutts. 


The 25th April was Anzac Day. Balfour 
Street again opened on 26th April as the Rolls- 
Rovee Service Station under the name of York 
Motors P/L. At 4.55 p.m. on 24th April, 1947 
labour charges were 5/- per hour, and at 8 a.m. 
26th April, 1947 the charges had increased to 7/3 
per hour. 

On 25th Anril. 1977 it will be 30 vears since 
York Motors P/L. have had the Rolls-Royce 
agency. 

On 24th August, 1977, it will be 50 years 
since a friend and customer of the past took 
delivery at Balfour Street Service Station of a 
20 h.p., 4-wheel brake. 4-speed searbox Rolls- 
Rovee chassis No. GAJ32, which he still drives, 
and still runs like new. 

It was on that day Arthur Brighton, 
the owner. the late Alf Appleby and myself had 
our first drink together. Arthur and I still enjoy 
a drink, he was present at the surprise dinner 
held on my behalf on my 6th Anniversity with 
Rolls-Royce. 

Bert Ward. 
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ALL FOR THE BEST 

The Autocar of 15th February, 1963 pro- 
duced a delightful account of a tour of Crewe — = 
during the production of the Silver Cloud III. Sc eG 7 
Rather than illustrate it with photographs, pen- SS EF 
cil sketches were made showing incredible detail >) 
and style. Lest they be lost they are reproduced 
for our enjoyment and include notes by the 
artist at the time of the visit. 
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GOVERNORS GENERAL WRAITHS AND 
PRAMS 

The talk of Prince Charles being the next 
Governor-General of Australia, took me back to 
early 1939, when it was announced that H.R.H. 
The Duke of Kent would take up the position 
of Governor-General of Australia. 

Appleby and Ward were advised that H.R.H. 
The Duke of Kent would be bringing his Phantom 
HI chassis No. 3AZ43 and a new Wraith Saloon 
with him to Australia. The chassis No. of the 
Wraith turned out to be WHC2. Thev required 
to know the road conditions between Sydney and 
Canberra and Melbourne as Rolls-Royce Ltd. 
would be sending out many cases of spare parts 
for use if required. These were to be sent out 
on a consignment basis. 

Much more correspondence passed between 
Rolls-Royce, H.R.H. The Duke of Kent’s Sec- 
retarv and Appleby and Ward. 

In June, 1939 we were advised that the head 
chauffeur, a Mr. Field would be arriving in Syvd- 
rey before H.R.H. The Duke of Kent, with the 
Phantom III, 3AZ438, so that it could be properly 
serviced and he could get used to our conditions 
and the roads between Sydney, Melbourne and 
Canberra. We assured them that every assistance 
would be given to Mr. Field, and either Appleby 
or Ward would travel with him if required. 

Rolls-Royce Ltd. in August advised that 
approximately nine cases of spares would be 
sent out and that 2 cases were ready for ship- 
ment. The Bills of Lading for these were sent bv 
air on 8th September, 1939, they also advised 
that they were getting the other cases prepar- 
ed, but due to the outbreak of war on 3rd Sep- 
tember, 1939, they would withhold the shipping 
until thev were advised that the Duke would be 
making the trip. The trip had been delayed on 
11th September, 1939, and also Mr. Field would 
not be coming out on his own. 

The two cases duly arrived and were held 
intact in the store. Later we received advice 
that the visit had been postponed and as we 
know the Duke was killed in a plane crash in 
Scotland in 1942. 

Rolls-Royce asked us to advise the Victorian 
and South Australian agents of the 2 cases of 
spares for Phantom III and Wraith chassis and 
if there were any parts they required, they could 
be obtained. 

In the middle of 1944 Appleby and Ward 
were advised bv Rolls-Royce Ltd. that H.R.H. 
The Duke of Gloucester could be taking up re- 
sidence in Canberra, as Governor-General, about 
January, 1945, this to be confirmed later. Infor- 
mation was also received from the Secretary to 
the Duke of Gloucester that he would bring 
with him a Phantom III chassis No. 83AX195 and 
two Wraiths chassis Nos. WRB6 and WMB62 and 
three chauffeurs. Rolls Royce Ltd. advised that 
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9 cases of spare parts would be sent for these 
three cars, in addition to the 2 cases we had re- 
ceived in 1939 for the Duke’s cars. 

The visit was confirmed late in 1944 with 
the Duke arriving in Sydney on Australia Day, 
26th January, 1945. Appleby and Ward had to 
be prepared to land the cars and prepare them 
for a procession through Sydney and the drive 
to Canberra 

War was still on and security measures were 
strict. Of course petrol rationing was_ still 
with us and we were advised by Government 
House Canberra, that the boat with the Duke 
of Gloucester and cars on board would be arriving 
at a Pyrmont wharf at 6 a.m. on 26th January, 
1945. We had received our security passes and 
had our cars packed with oils, tools and batteries, 
etc. as they advised us to do, and arrived at the 
wharf at 5 a.m. Not a soul was about, so we 
just drove straight onto the wharf and parked 
Le quiet spot and awaited the arrival of the 
oat. 


1933 20/25 Limousine by 


complete with caravan. 


Windovers — Frank and Jean Shield 


As the boat started to enter the wharf, 
police and security guards arrived and barriers 
were set up. We located the officer in charge of 
the Duke’s arrival, who was from Canberra. 
When the boat was finally moored, we went on 
board and met the head chauffeur, who gave us 
all the instructions, and advised that they 
had kept the batteries fully charged during 
the vovage. The Phantom III was required 
first. By this time the wharf labourers had 
arrived, and the Dept. of Supply had sent trucks 
to the wharf with 44-gallon drums of petrol, 
to fill the cars. We had to hand pump the 
petrol out. 

Besides the three Rolls-Royce cars on board, 
the Duke had seven other vehicles, and we had 
to get all these mobile to travel to Canberra 
later this day. On board this boat was another 
Phantom III chassis No. 3DL2 for the use 
of the newly appointed Governor of South 
Australia, Sir Willoughby Norrie, who was a 
personal friend of H.R.H. The Duke of Gloucester. 
He was travelling on the same boat and the 
car was unloaded in Adelaide. By mid-afternoon 
all cars were on their way to Canberra. 


Wraith chassis No. WRB6 had the same 
type of body fitted as the Phantom III, which I 
understand was the Duke’s design. It was ducoed 
the same dull black as 4AX195. Wraith chassis 
WMB62 was a limousine body ducoed maroon and 
black and was mainly used around Canberra by 
the nurse and children. 

The work these cars had to do after their 
arrival in Australia showed up the lack of proper 
servicing in England due to war restrictions, and 
it was necessary to carry out a lot of work on 
them, especially the Phantom III which had to 
have major repairs after a few 1000 miles on 
our roads. They had to have modifications for 
Australian conditions, as I have’ written 
about, however once we got these cars in good 
condition, they gave wonderful service. 3AX195 
and WRB6 worked very hard and fast, and only 
required normal service. 

One of the two chauffeurs was the mechanic 
and he kept check on the cars and carried out 
all oil changes. On the boat came a stack of 
English tyres and tubes for the Phantom III 
and Wraith cars. When we had to arrange the 
transportation of them to Canberra, I thought 
a new tyre company was setting in business, but 
the stock soon went down due to the mileage 
and speed. 


Boot lid mounted tool tray on Bill Cutts 25/30 GGMIO by 
Mulliner, 


During their stay in Australia. coach build- 
ers. MacKay and Sons of Riley Street, Surry 
Hills, N.S.W. carried out all the body and duco 
repairs (spare duco was brought out with the 
cars), they also reducoed the Royal pram. 

I must say that the Duke, Duchess and all 
their party were very good, and appreciated what 
was done for them. The Duke enjoyed having a 
drink with you. 

On their return the three cars were checked 
over, anv duco damage repaired, and were placed 
on board again at Pyrmont for sailing back to 
England on 21st January, 1947. To get the cars 
on board at this wharf they had to bring in a 
flcatine crane. There was no problem with the 
two Wraith cars but with the PIII. the spreader 
thev had for the platform was a shade too narrow, 
and when they took the weight, the ropes just 
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caught and damaged the four guards. When they 
had taken the lift and swinging the car 
to lower it into the hold, the lunch time whistle 
went, and the car was just left high in the 
air for over one hour. 

When I was in England in 1958, I met the 
head chauffeur, Sergeant Smith. He was still 
driving for the Duke, who then had a Phantom 
IV, which was at the Hythe Road Service Station. 

Bert Ward. 


L-R: Jean and Frank Shield, Betty and Frank Cove. 


MORE ON THE TENNANT WRAITH 

The car mentioned on page 189 of last issue 
of Praeclarvm is well known to us. We first saw 
the Wraith when Mrs. Tennant brought it 
to Tasmania more than twenty five years ago. 

She sold it to Jack Wilkes, a bookmaker who 
in turn disposed of it to Mr. Tom Mason of 
Nunamara. Since Mr. Mason has had it, it has 
deteriorated. He used it as a tractor to. pul! logs 
and as a utility to cart sheep. 

We are pleased to say that he has let his 
daughter and son-in-law have the vehicle, and 
they in turn have delegated an engineer, Mr. G. 
Smedley to restore the Wraith to its original 
elegance. 

We saw the car last week-end prior to its 
restoration program which could last several 
years and will entail lifting the body from the 
chassis to replace the rotted woodwork, especially 
around the door sills. 

Mechanically the gearbox and differential 
are good, but the engine and electrics need work. 
The present awful black paint job is to be re- 
placed by the original lovely deep burgundy 
colour. 

Somewhere along the line the front 17” wire 
wheels have been replaced with 16” wheels al- 
though 17” are still retained on the rear. 

We are pleased to see it in the process of 
being restored so that others may enjoy and 
admire it. 

Horrie and Thelma Betts. 


The retractable door step for helping Prime Ministers into S93 
Bentleys, 1963 Bentley $3, ChassisB1O0DF — Thomas Cocks. 


EDITOR’S NOTE 

Whilst every care is taken to check information published in Praeclaryvm, 
no responsibility can be accepted for errors. 
Contributions — 

The Editor would be grateful for any memorablia, photos, advertise- 
ments, accounts of restorations, memories of experiences of cars owned 
or known ar any other material that deals with Rolls-Royce and Bentley 
cars. 

Subscriptions — 

Praeclarvm is available on a subscription basis to non-members and 
for these members who may wish an extra copy. Such subscriptions carry 
no membership privileges. Rates are as follows: 


Australia $Aust10. 
North America $US10, 
Elsewhere $Aust7.50. 


All rates quoted are for surface mail. The issue of expiry an sub- 
scriptions is imprinted on the right hand top corner of the address label. 


Victoria Branch Secretary David MacArthur and daughter Clare. 


COVER PHOTOGRAPH: 


One of two surviving two cylinder 10h.p. Ralls-Royces — chassis 
20162 phatographed at the presentation to the Science Museum 
at South Kensington England in 1935. Note the oval radiator 


badge. 
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BOOK REVIEW BY TOM CLARKE 

All the Pre-War Bentleys as New: a survey 
of 5459 Bentleys built between 1919 and 1940 
(compiled by Stanley Sedgwick and Hugh Young). 
Published in 1976 by the Bentley Drivers’ Club, 
Long Crendon, Aylesbury, Buckinghamshire. 
131 pages. £5 to non-members. 

This is just the sort of reference book we 
need more of. Mr. Sedgwick has brought into one 
volume every chassis number, its registration 
number(s), date(s), and name of first owner. 
All this information is taken from the B.D.C. 
archives which now include some archives on 
pre-war Bentleys formerly at Crewe. It is an 
indispensible source, for us, on Derby Bentleys 
and is made more usable bv the cross-reference 


list provided by registration number. Highly 
recommended even if it is expensive. 
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